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1
DISPLAY DEVICE

CROSS-REFERENCE TO RELATED
APPLICATION

This is a national phase application based on the PCT
International Patent Application No. PCT/JP2013/053140
filed Feb. 8, 2013, the entire contents of which are incor-
porated herein by reference.

TECHNICAL FIELD

The invention relates to a technical field of display
devices that can display, for example, the amounts of opera-
tions to be performed by an occupant of a vehicle.

BACKGROUND ART

A display device that displays information relating to fuel
consumption in order to encourage a driver to drive with
consideration for fuel consumption has been suggested. For
example, Patent Literature 1 discloses a display device that
displays instantaneous fuel consumption corresponding to
the present fuel consumption and target fuel consumption
corresponding to the fuel consumption which is a target, and
also displays an accelerator depression amount with an
indicator common to the instantaneous fuel consumption
and target fuel consumption. With the display device dis-
closed in Patent Literature 1, the driver can visually and
instantaneously determine the relationship between the
change in instantaneous fuel consumption and the operation
of depressing the accelerator. As a result, the driver is
encouraged to drive so as to improve the instantaneous fuel
consumption and can visually recognize the type of opera-
tions to be performed.

Examples of related art literature relevant to the present
invention include Patent Literature 2 to 4. Patent Literature
2 discloses a display device that recalculates the amount of
change of kinetic energy and the amount of change of
potential energy of a vehicle into a distance that can be
traveled and displays a substantial fuel consumption that
also takes into account the recalculated travel distance.
Patent Literature 3 discloses a display device that displays a
revolution speed and a vehicle speed on the same screen.
Patent Literature 4 discloses a display device such that when
an accelerator depression amount display value correspond-
ing to the actual accelerator depression amount and a target
depression amount display value corresponding to the target
accelerator depression amount are displayed, the target
accelerator depression amount display value is fixed to a
predetermined value at all times regardless of the target
accelerator depression amount.

RELATED LITERATURE
Patent Literature

Patent Literature 1: Japanese Patent Application Publica-
tion No. 2009-168655 (JP 2009-168655 A)

Patent Literature 2: Japanese Patent Application Publica-
tion No. 2002-274219 (JP2002-274219 A)

Patent Literature 3: Japanese Patent Application Publica-
tion No. S58-124954 (JP S58-124954 A)

Patent Literature 4: Japanese Patent Application Publica-
tion No. 2008-105559 (JP 2008-105559 A)
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2
SUMMARY OF THE INVENTION

Problem to be Solved by the Invention

However, as mentioned hereinabove, the fuel consump-
tion displayed on the display device disclosed in, for
example, Patent Literature 1 is instantaneous fuel consump-
tion. Therefore, the driver looking on the display disclosed
in, for example, Patent Literature 1 operates the accelerator
and the like so as to improve the instantaneous fuel con-
sumption (for example to match the instantaneous fuel
consumption with the target fuel consumption)

However, where the instantaneous fuel consumption is
simply improved, there may be situations in which, for
example, the fuel consumption in the process in which the
vehicle is to travel through a road of a desired distance
within the desired interval of time (the so-called actual fuel
consumption calculated on the basis of the actual distance
traveled within a predetermined period of time and the
actual fuel injection amount within the predetermined period
of time) is, conversely, degraded. In other words, where the
instantaneous fuel consumption is simply improved, there
may be situations in which, for example, the actual fuel
consumption that takes into account the future running state
of the vehicle is, conversely, degraded.

For example, in order to improve the instantaneous fuel
consumption, the driver typically may decrease the opera-
tion amount (in other words, the depression amount) of the
accelerator. Where the operation amount of the accelerator is
decreased, the acceleration of the vehicle naturally
decreases. As a result, the interval of time required for the
vehicle that has started moving from a stop state to reach the
cruise speed increases longer, in comparison with the case in
which the operation amount of the accelerator is not
decreased. Therefore, when a distance of travel is the same,
the interval of time, in which the vehicle runs steadily at the
cruise speed, is relatively shortened. Meanwhile, by allow-
ing the degradation of instantaneous fuel consumption and
increasing the operation amount of the accelerator (in other
words, rapidly accelerating the vehicle), it is possible to
shorten the interval of time required for the vehicle that has
started moving from a stop state to reach the cruise speed.
Therefore, when a distance of travel is the same, the interval
of time in which the vehicle runs steadily at the cruise speed
is relatively extended. Where such two running patterns are
compared, the actual fuel consumption in the process in
which the vehicle runs at the cruise speed after starting from
a stop state can be sometimes improved when the cruise
speed is reached within a short interval of time (as a result,
the interval of time of steady running is extended) over that
when the depression amount of the accelerator is decreased
to improve the instantaneous fuel consumption (in this case,
the interval of time of steady running is shortened).

However, a technical problem encountered when the
instantaneous fuel consumption is simply displayed, as
disclosed, for example, in Patent Literature 1, is that the
driver cannot recognize how to run (for example, by oper-
ating the accelerator) the vehicle in the future so as to
improve actual fuel consumption that reflects the future
running pattern of the vehicle.

Described hereinabove is an example of problems to be
resolved by the invention. It is an objective of the invention
to provide a display device that enables the driver to
recognize the operations to be performed by the driver to
improve fuel consumption (in particular, actual fuel con-
sumption) and a display control device that controls such a
display device.
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Means for Solving the Problem

<1> In order to attain the objective, the invention provides
a display device including: first setting means for setting a
first operation amount to be performed by an occupant of a
vehicle so as to increase an output of the vehicle in a state
in which a speed of the vehicle is less than a predetermined
threshold; second setting means for setting a second opera-
tion amount to be performed by the occupant such that an
operation state of the vehicle can be shifted to a desired
operation state in which optimal instantaneous fuel con-
sumption is realized, by decreasing the output in a state in
which the vehicle speed is equal to or greater than the
predetermined threshold; and display means for displaying,
on a display unit, at least one of the first operation amount
and the second operation amount, and a present operation
amount which is an operation amount performed at present
by the occupant.

With the display device of the invention, the display
means displays, on the display unit, at least either one of the
first operation amount and the second operation amount to
be performed by the occupant, and the present operation
amount which is an operation amount performed at present
by the occupant. Therefore, the occupant can perform appro-
priate operations by comparing the present operation amount
with at least either one of the first operation amount and the
second operation amount.

The “operation amount (that is, the first operation amount,
second operation amount, and present operation amount)”,
as referred to herein, may directly represent an indicator of
the operations to be performed by the occupant. The opera-
tion amount of the accelerator is an example of such direct
operation amount. Alternatively, the “operation amount”
may indirectly represent an indicator of the operations to be
performed by the occupant (that is, enables the recognition
of the operations to be performed by the occupant by
reference to the indicator). The vehicle output or vehicle
speed are examples of such indirect operation amounts.

In the invention, the first operation amount and second
operation amount are preferably set from the standpoint of
improving (preferably, optimizing) the actual fuel consump-
tion of the vehicle running as a result of the operations
corresponding to the first operation amount and second
operation amount (for example, fuel consumption calculated
from the running distance of the vehicle within a period, of
time in which the operations corresponding to the first
operation amount and second operation amount are per-
formed, and the fuel injection amount within this period of
time). In other words, it is preferred that the first operation
amount and second operation amount be set from the
standpoint of improving the actual fuel consumption of the
vehicle running as a result of the operations corresponding
to the first operation amount and second operation amount in
comparison with the actual fuel consumption of the vehicle
running as a result of the operations other than the operations
corresponding to the first operation amount and second
operation amount.

More specifically, the first setting means sets the first
operation amount from the following standpoint. The first
operation amount is an operation amount to be performed by
the occupant in a state in which the speed of the vehicle is
less than the predetermined threshold. In particular, the first
operation amount is an operation amount to be performed by
the occupant such as to increase the output of the vehicle (for
example, to increase the output gradually in a continuous or
stepwise manner). In other words, the first operation amount
can be said to be an operation amount to be performed by the
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occupant such as to accelerate the vehicle because the
vehicle speed has become less than the predetermined
threshold. Thus, the first operation amount can be also said
to be an operation amount to be performed by the occupant
in a transition period in which the vehicle accelerates.

Therefore, the vehicle that runs as a result of performing
the operation corresponding to the first operation amount
typically travels such as to increase the vehicle speed while
increasing the output.

Accordingly as mentioned hereinabove, it is preferred that
the first operation amount be set from the standpoint of
improving the actual fuel consumption of the vehicle that
runs as a result of performing the operations corresponding
to both the first operation amount and the second operation
amount which is set by the second setting means. Therefore,
it is not always necessary that the instantaneous fuel con-
sumption of the vehicle at a point of time at which the
operations corresponding to the first operation amount are
performed (for example, the fuel consumption calculated
from the vehicle speed and fuel injection amount at the point
of time in which the instantaneous fuel consumption is
calculated) be optimal.

Meanwhile, the second setting means sets the second
operation amount from the following standpoints. The sec-
ond operation amount is an operation amount to be per-
formed by the occupant in a situation in which the speed of
the vehicle is equal to or greater than a predetermined
threshold. In particular, the second operation amount is an
operation amount to be performed by the occupant such as
to decrease the vehicle output (for example, to decrease the
output gradually in a continuous or stepwise manner). More-
over, the second operation amount is an operation amount
such that the operation state of the vehicle (in other words,
the running state) can be shifted to the desired operation
state in which optimal instantaneous fuel consumption is
realized. In other words, the second operation amount sub-
stantially can be called an operation amount to be performed
by the occupant at a point of time in which the necessity of
accelerating the vehicle has decreased because the vehicle
has started running steadily (in other words, running at a
constant speed) or will start running steadily in the near
future. Thus, the second operation amount can be also said
to be an operation amount to be performed by the occupant
in a steady period of time in which the vehicle runs steadily.

The “operation state”, as referred herein, may also mean,
for example, the state of a vehicle (in other words, the
condition of the vehicle or the mode of the vehicle) which
is uniquely specified by a random indicator that can directly
or indirectly indicate the state of at least either one of the
vehicle itself and the constituent element (for example,
internal combustion engine or rotating electrical machine)
constituting the vehicle. Examples of such indicators include
the vehicle output, vehicle speed, revolution speed of at least
one of the internal combustion engine and rotating electrical
machine, and torque of at least one of the internal combus-
tion engine and rotating electrical machine. In this case, the
operation state uniquely specified by the vehicle output and
vehicle speed, or the operation state uniquely specified by
the revolution speed of the internal combustion engine and
the torque of the internal combustion engine are considered
as examples of the operation state.

Therefore, the vehicle that runs as a result of performing
the operations corresponding to the second operation
amount typically runs such that running in the desired
operation state can be started by decreasing the output.
When the vehicle speed is relatively high (that is, equal to
or greater than a threshold), the vehicle speed hardly
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decreases even when the output is decreased. Therefore, the
vehicle that runs as a result of performing the operations
corresponding to the second operation amount typically runs
such as to decrease the output without changing greatly the
vehicle speed (in other words, while maintaining the vehicle
speed).

Accordingly, as mentioned hereinabove, it is preferred
that the second operation amount be set from the standpoint
of improving the actual fuel consumption of the vehicle that
runs as a result of performing the operations corresponding
to both the above-described first operation amount and the
second operation amount. Therefore, the instantaneous fuel
consumption of the vehicle at a point of time in which the
operations corresponding to the second operation amount
are performed may not necessarily be optimal. However, it
is preferred that the instantaneous fuel consumption of the
vehicle at a point of time in which the operation state of the
vehicle has shifted to the described operation state as a result
of performing the operations corresponding to the second
operation amount be optimal

The second operation amount is preferably an operation
amount to be performed by the occupant following the
operations corresponding to the first operation amount.
Therefore, it is preferred that the occupant accelerate the
vehicle such that the vehicle speed becomes equal to or
greater than the predetermined threshold by performing the
operations corresponding to the first operation amount.
When the vehicle speed has become equal to or greater than
the predetermined threshold, it is preferred that the occupant
run the vehicle steadily in the desired operation state by
decreasing the vehicle output by performing the operations
corresponding to the second operation amount.

The vehicle typically runs in the following manner as a
result of the occupant operating the vehicle with reference to
the first operation amount and second operation amount.

When the vehicle speed is relatively small (in other
words, less than the predetermined threshold), the vehicle
runs such as to increase the vehicle speed while increasing
the output according to the occupant’s operation correspond-
ing to the first operation amount. At this time, the vehicle
accelerates relatively strongly (in other words, aggressively)
as compared with the case in which the vehicle runs while
maintaining a state in which the instantaneous fuel con-
sumption is optimal, because the instantaneous fuel con-
sumption of the vehicle running as a result of performing the
operations corresponding to the first operation amount is not
necessarily optimal. In other words, a relatively strong
acceleration aimed at the optimization of actual fuel con-
sumption is preferred over a relatively weak acceleration
aimed at the optimization of instantaneous fuel consump-
tion. In order to realize such running, it is preferred that the
first operation amount be an operation amount such that a
relatively strong acceleration aimed at the optimization of
actual fuel consumption is preferred over a relatively weak
acceleration aimed at the optimization of instantaneous fuel
consumption. As a result, the vehicle speed at which the
vehicle is to run steadily (that is, the cruise speed) is reached
faster than in the case in which the vehicle runs while
maintaining a state in which the instantaneous fuel con-
sumption is optimal. In other words, the period of time
before the steady run is started (that is, the period of time in
which acceleration is performed) is shortened by compari-
son with the ease in which the vehicle runs while maintain-
ing a state in which the instantaneous fuel consumption is
optimal.

After the vehicle speed at which the vehicle is to run
steadily is reached, the vehicle runs while reducing the
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6

output according to the occupant’s operations corresponding
to the second operation amount, because the vehicle speed
is relatively high (that is, equal to or greater than the
predetermined threshold). As a result, the operation sate of
the vehicle shifts to the desired operation state in which the
instantaneous fuel consumption is optimal (or an operation
state close to the desired operation state or similar to the
desired operation state). Therefore, the vehicle can run
steadily in the desired operation state (or an operation state
close to the desired operation state or similar to the desired
operation state). In particular, the vehicle can continue to run
steadily for a period of time longer than that in the case in
which the period of time till the steady running is started has
not been shortened, because the period of time till the steady
running is started is shortened by the occupant’s operations
corresponding to the first operation amount. In other words,
the vehicle can run continuously for a longer period of time
in the desired operation state in which the instantaneous fuel
consumption is optimal (or an operation state close to the
desired operation state or similar to the desired operation
state). As a result, the effect of improving the actual fuel
consumption is increased.

Thus, the display device of the invention can appropri-
ately display the operation amount to be performed by the
occupant in the future in order to improve the actual fuel
consumption. More specifically, the display device of the
invention can initially encourage the occupant to accelerate
the vehicle aggressively (for example, encourage the accel-
eration till the cruise speed is reached), and then encourage
the occupant to start the steady running in the desired
operation state in which the optimal instantaneous fuel
consumption can be realized. In other words, the display
device of the invention can encourage the optimization (for
example, shortening) of the period of time required for the
vehicle to start running steadily and the optimization (for
example, enlargement) of the period of time in which the
steady running is continued. Therefore, the actual fuel
consumption of the vehicle traveling according to the opera-
tions performed by the occupant with reference to the first
operation amount and second operation amount tends to be
improved easier than the actual fuel consumption of the
vehicle traveling according to the operations performed by
the occupant without reference to the first operation amount
and second operation amount.

It is preferred that an appropriate value corresponding to
the difference between the cases in which the first operation
amount and second operation amount are referred to (typi-
cally, the difference in vehicle speed) be set as the “prede-
termined threshold” used for dividing the first operation
amount and second operation amount. For example, the
predetermined threshold can be a vehicle speed (for
example, the target value of the vehicle speed corresponding
to the cruise speed) corresponding to the boundary between
the vehicle speed range in which the vehicle is to be
accelerated and the vehicle speed range in which the vehicle
is to run steadily.

<2> According to another aspect of the display device of
the invention, the display means continuously displays the
first operation amount and the second operation amount.

In accordance with this aspect, the first operation amount
and second operation amount are continuously displayed
(preferably, continuously displayed on the same display
section). In this case, depending on the circumstances, the
first operation amount and the second operation amount are
displayed simultaneously on the same display section.
Therefore, the occupant can recognize appropriately and in
advance the tendency of the operation amount to be per-
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formed in the future to increase the fuel efficiency. As a
result, the occupant can easily perform the operations cor-
responding to the first operation amount and second opera-
tion amount. Therefore, the improvement of actual fuel
consumption can be advantageously realized.

Where it is taken into account that the first operation
amount and second operation amount are operation amounts
that can be differentiated by the vehicle speed, it is preferred
that the first operation amount and second operation amount
be displayed continuously in association with the vehicle
speed. An example of such a display will be explained
hereinbelow in greater detail with reference to the drawings.

<3> According to another aspect of the display device in
which the first operation amount and the second operation
amount are displayed continuously, as mentioned herein-
above, the display means displays the first operation amount
and the second operation amount together with a past
operation amount which is an operation amount performed
by the occupant in the past.

In accordance with this aspect, the occupant can recognize
whether or not the operations performed in the past match
the first operation amount and second operation amount. As
a result, the occupant can learn whether the operations
performed in the past are appropriate operations. Therefore,
the improvement of actual fuel consumption can be advan-
tageously realized.

<4> According to yet another aspect of the display device
of the invention, the first setting means sets, as the first
operation amount, a first operation range which is an
allowed range of an operation amount to be performed by
the occupant so as to increase the output in a state in which
the vehicle speed is less than the predetermined threshold;
the second setting means sets, as the second operation
amount, a second operation range which is an allowed range
of an operation amount to be performed by the occupant so
as to shift the operation state of the vehicle to the desired
operation state by decreasing the output in a state in which
the vehicle speed is equal to or greater than the predeter-
mined threshold; and the display means continuously dis-
plays the first operation range and the second operation
range.

In accordance with this aspect, the first operation amount
and the second operation amount are displayed as operation
ranges (the so-called zones) maintaining the allowable
width. Therefore, the operations performed by the occupant
himself are easily matched with the first operation range and
the second operation range. Therefore, the improvement of
actual fuel consumption can be advantageously realized.

Further, in accordance with this aspect, the first operation
range and second operation range are continuously dis-
played (preferably, continuously displayed on the same
display section, in other words, displayed simultaneously).
In this case, depending on the circumstances, the first
operation range and second operation range are displayed
simultaneously on the same display section. Therefore, the
occupant can recognize appropriately and in advance the
tendency of the operation amount to be performed in the
future to increase fuel efficiency. As a result, the occupant
easily performs the operations corresponding to the first
operation range and second operation range. Therefore, the
improvement of actual fuel consumption can be advanta-
geously realized.

Where it is taken into account that the first operation range
and second operation range are operation amounts that can
be differentiated by the vehicle speed, it is preferred that the
first operation range and second operation range be dis-
played continuously in association with the vehicle speed.
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An example of such a display will be explained hereinbelow
in greater detail with reference to the drawings.

<5> According to another aspect of the display device in
which the first operation range and the second operation
range are displayed continuously, as mentioned herein-
above, the display means displays the first operation range
and the second operation range together with a past opera-
tion amount which is an operation amount performed by the
occupant in the past.

In accordance with this aspect, the occupant can recognize
whether or not the operations performed in the past match
the first operation amount and the second operation amount.
As a result, the occupant can learn whether the operations
performed in the past are appropriate operations. Therefore,
the improvement of actual fuel consumption can be advan-
tageously realized.

<6> According to yet another aspect of the display device
of the invention, the display means (i) displays the first
operation amount and the present operation amount, but
does not display the second operation amount, when the
vehicle speed is less than the predetermined threshold, and
(i1) displays the second operation amount and the present
operation amount, but does not display the first operation
amount, when the vehicle speed is equal to or greater than
the predetermined threshold.

In accordance with this aspect, the display means displays
an one operation amount, which is to be performed (in other
words, which is to be referred to) by the occupant at the
present point of time, and which is one of the first operation
amount and the second operation amount. In other words,
the display means may not display another operation amount
which may not be performed (in other words, which may not
be referred to) by the occupant at the present point of time,
and which is one of the first operation amount and the
second operation amount. Therefore, the occupant can intui-
tively recognize which operation is to be presently per-
formed. As a result, the occupant easily performs the opera-
tions corresponding to the first operation amount and the
second operation amount. Therefore, the improvement of
actual fuel consumption can be advantageously realized.

<7> According to yet another aspect of the display device
of the invention, the first setting means sets, as the first
operation amount, a first operation range which is an
allowed range of an operation amount to be performed by
the occupant so as to increase the output in a state in which
the vehicle speed is less than the predetermined threshold;
the second setting means sets, as the second operation
amount, a second operation range which is an allowed range
of an operation amount to be performed by the occupant so
as to shift the operation state of the vehicle to the desired
operation state by decreasing the output in the state in which
the vehicle speed is equal to or greater than the predeter-
mined threshold; and the display means (i) displays the first
operation range and the present operation amount, but does
not display the second operation range, when the vehicle
speed is less than the predetermined threshold, and (ii)
displays the second operation range and the present opera-
tion amount, but does not display the first operation range,
when the vehicle speed is equal to or greater than the
predetermined threshold.

In accordance with this aspect, the first operation amount
and the second operation amount are displayed as the first
operation range and the second operation range maintaining
the allowable width. Therefore, the operation performed by
the occupant himself are easily matched with the first
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operation range and the second operation range. Therefore,
the improvement of actual fuel consumption can be advan-
tageously realized.

In addition, in accordance with this aspect, the display
means displays an operation range which is to be performed
(in other words, which is to be referred to) by the occupant
at the present point of time, and which one of the first
operation range and the second operation range. In other
words, the display means may not display another operation
range which may not be performed in other words, which
may not be referred to) by the occupant at the present point
of time, and which is one of the first operation range and the
second operation range. Therefore, the occupant can intui-
tively recognize which operation is to be presently per-
formed. As a result, the occupant easily performs the opera-
tions corresponding to the first operation range and the
second operation range. Therefore, the improvement of
actual fuel consumption can be advantageously realized.

<8> According to yet another aspect of the display device
of the invention, the first setting means sets, as the first
operation amount, an operation amount that can encourage
further acceleration of the vehicle, as compared with an
operation amount which is set to increase the output, while
maintaining a state in which an instantaneous fuel consump-
tion is optimal.

In accordance with this aspect, the occupant can recognize
that a relatively strong acceleration aimed at the optimiza-
tion of the actual fuel consumption should be prioritized
over a relatively weak acceleration aimed at the optimization
of the instantaneous fuel consumption. Therefore, the
improvement of actual fuel consumption can be advanta-
geously realized.

<9> According to yet another aspect of the display device
of the invention, the first setting means sets, as the first
operation amount, an operation amount to be performed by
the occupant so as to increase the output according to an
increase in the vehicle speed.

In accordance with this aspect, the occupant can recognize
that when the vehicle speed is relatively low (in other words,
when the vehicle is to be accelerated because the vehicle
speed is lower than the predetermined threshold), a rela-
tively strong acceleration aimed at the optimization of the
actual fuel consumption should be prioritized over a rela-
tively weak acceleration aimed at the optimization of the
instantaneous fuel consumption. Therefore, the improve-
ment of actual fuel consumption can be advantageously
realized.

<10> According to yet another aspect of the display
device of the invention, the second setting means sets, as the
second operation amount, an operation amount to be per-
formed by the occupant so as to decrease the output while
maintaining the vehicle speed.

In accordance with this aspect, the occupant can recognize
that when the vehicle speed is relatively high (in other
words, when the vehicle is to run steadily because the
vehicle speed is equal to or higher than the predetermined
threshold), steady running in the desired operation state is to
be started by decreasing the output. Therefore, the improve-
ment of actual fuel consumption can be advantageously
realized.

<11> According to yet another aspect of the display
device of the invention, the vehicle is a hybrid vehicle
equipped with a rotating electrical machine that is driven by
using power stored in an electrical storage device, and an
internal combustion engine driven by combustion of fuel;
and the desired operation state is an operation state in which
the hybrid vehicle can run in an EV running mode in which
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running is performed by using drive power of the rotating
electrical machine, without using drive power of the internal
combustion engine.

In accordance with this aspect, the vehicle can run con-
tinuously in the EV running mode for a longer period of
time. Therefore, the improvement of actual fuel consump-
tion can be advantageously realized.

The operation and other advantages of the invention will
become more apparent from the below-described embodi-
ments.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is a block diagram illustrating an example of the
configuration of the hybrid vehicle of the embodiment.

FIG. 2(a) and FIG. 2(b) depict a graph and a table,
respectively, illustrating an example of grounds for setting
the fuel-efficient induction zone of the first embodiment.

FIG. 3(a) and FIG. 3(b) are graphs illustrating an example
of the fuel-efficient induction zone of the first embodiment.

FIG. 4(a), FIG. 4(b) and FIG. 4(c) are graphs illustrating
another example of the fuel-efficient induction zone of the
first embodiment.

FIG. 5 is a plan view depicting a display example in the
case in which the fuel-efficient induction zone of the first
embodiment is displayed together with the present state
indicator of the first embodiment.

FIG. 6(a) and FIG. 6(b) are plan views depicting a display
example in the case in which the fuel-efficient induction
zone of the first embodiment is displayed together with the
present state indicator of the first embodiment.

FIG. 7 is a plan view illustrating the transition of the
display form of the fuel-efficient induction zone and present
state indicator before the hybrid vehicle in a stop state starts
running steadily in the EV running mode.

FIG. 8 is a plan view illustrating the transition of the
display form of the fuel-efficient induction zone and present
state indicator before the hybrid vehicle in a stop state starts
running steadily in the EV running mode.

FIG. 9 is a plan view illustrating the transition of the
display form of the fuel-efficient induction zone and present
state indicator before the hybrid vehicle in a stop 25 state
starts running steadily in the EV running mode.

FIG. 10(a) and FIG. 10(b) are plan views illustrating the
transition of the display form of the fuel-efficient induction
zone and present state indicator before the hybrid vehicle in
a stop state starts running steadily in the EV running mode.

FIG. 11 is a plan view illustrating the transition of the
display form of the fuel-efficient induction zone and present
state indicator before the hybrid vehicle in a stop state starts
running steadily in the EV running mode.

FIG. 12 is a plan view illustrating the transition of the
display form of the fuel-efficient induction zone and present
state indicator before the hybrid vehicle in a stop state starts
running steadily in the EV running mode.

FIG. 13(a) to F1G. 13(f) are plan views depicting a display
example in the case in which the fuel-efficient induction
zone of the second embodiment is displayed together with
the present state indicator of the second embodiment.

MODES FOR CARRYING OUT THE
INVENTION

An embodiment of the invention in which the invention is
applied to a hybrid vehicle 10 equipped with motor genera-
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tors MG1 and MG2 and an engine 200 will be explained
hereinbelow as an example of a mode for carrying out the
invention

(1) Configuration of Hybrid Vehicle

Initially, the configuration of the hybrid vehicle 10 of the
embodiment will be explained with reference to FIG. 1. FIG.
1 is a block diagram illustrating an example of the configu-
ration of the hybrid vehicle 10 of the embodiment.

As depicted in FIG. 1, the hybrid vehicle 10 is provided
with an axle 11, wheels 12, an ECU 100, the engine 200, the
motor generator M(G1, the motor generator MG2, a transaxle
300, an inverter 400, a battery 500, a state of charge (SOC)
sensor 510, and a display 700.

The axle 11 is a transmission shaft for transmitting power
outputted from the engine 200 and the motor generator MG2
to the wheels.

The wheels 12 transmit to a road surface the power
transmitted through the below-described axle 11. FIG. 1
illustrates an example in which the hybrid vehicle 10 is
provided with a pair of wheels 12, one wheel on the left side
and one wheel 12 on the right side, but it is actually preferred
that one wheel 12 be provided on each of the front left, front
right, rear left, and rear right sides (a total of four wheels 12
be provided).

The engine 200 is a gasoline engine which is an example
of the “internal combustion engine” and functions as a main
power source for the hybrid vehicle 10. The detailed con-
figuration of the engine 200 is explained hereinbelow.

The motor generator MG1 is an example of the “rotating
electrical machine” and configured as a generator for charg-
ing the battery 500 or supplying electric power to the motor
generator MG2 and also functions as a motor that assists the
drive power of the engine 200.

The motor generator MG2 is an example of the “rotating
electrical machine” and configured as a motor that assists the
drive power of the engine 200 or functions as a generator for
charging the battery 500.

The motor generator MG1 and the motor generator MG2
are each, for example, a synchronous motor generator.
Therefore, the motor generator MG1 and the motor genera-
tor MG2 are each provided with a rotor having a plurality of
permanent magnets on the outer circumferential surface and
a stator on which a three-phase coil forming a rotating
magnetic field is wound. At least one of the motor generator
MGT1 and the motor generator MG2 may be a motor gen-
erator of another type.

The transaxle 300 is a power transmission mechanism in
which, for example, a transmission or a differential gear is
integrated. The transaxle 300 is provided, in particular, with
a power split mechanism 310.

The power split mechanism 310 is a planetary gear
mechanism provided with a sun gear, a planetary gear, a
pinion gear, and a ring gear (not shown in the figure). Among
those gears, the rotating shaft of the sun gear located on the
inner circumference is coupled to the motor generator MG1,
and the rotating shaft of the ring gear located on the outer
circumference is coupled to the motor generator MG2. The
rotating shaft of the planetary gear located between the sun
gear and the ring gear is coupled to the engine 200, and the
rotation of the engine 200 is transmitted by the planetary
gear and then by the pinion gear to the sun gear and the ring
gear. Thus, the power split mechanism is configured such
that the power of the engine 200 is split between two
systems. In the hybrid vehicle 10, the rotating shaft of the
ring gear is coupled to the axle 11 in the hybrid vehicle 10,
and the drive power is transmitted to the wheels 12 through
the axle 11.
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The inverter 400 is configured to be capable of converting
the DC power taken out from the battery 500 into AC power
and supplying the converted power to the motor generator
MGT1 and the motor generator MG2, and also converting the
AC power generated by the motor generator MG1 and the
motor generator MG2 into DC power and supplying the
converted power to the battery 500. The inverter 400 may be
configured as part of the so-called power control unit (PCU).

The battery 500 is a chargeable storage battery configured
to be capable of functioning as a power supply source that
supplies power for actuating the motor generator MG1 and
the motor generator MG2.

The battery 500 may be charged by receiving the supply
of power from a power supply located outside of the hybrid
vehicle 10. In other words, the hybrid vehicle 10 may be the
so-called plug-in hybrid vehicle.

The SOC sensor 510 is configured to be capable of
detecting the residual battery capacity which indicates the
SOC of the battery 500. The SOC sensor 510 is electrically
connected to the ECU 100, and the SOC value of the battery
500 that has been detected by the SOC sensor 510 is
received by the ECU 100 at all times.

The ECU 100 constitutes an example of the “display
device” of the invention and is an electronic control unit
configured to be capable of controlling the operation of the
entire hybrid vehicle 10. The ECU 100 is provided with, for
example, a central processing unit (CPU), a read only
memory (ROM), and a random access memory (RAM).

The ECU 100 is provided with a zone setting unit 101
which is a specific example of the “first setting means” and
“second setting means”, a state acquisition unit 102, and a
display control unit 103 which is a specific example of the
“display means”, as physical electronic circuits or logical
processing blocks provided inside thereof.

The zone setting unit 101 sets (in other words, prepares)
a fuel-efficient induction zone 710 (see FIG. 13(a) to FIG.
13(f) and subsequent drawings) that directly or indirectly
indicates the contents of operations to be performed by the
driver of the hybrid vehicle 10. The fuel-efficient induction
zone 710 will be described hereinbelow in greater detail
with reference to, for example, FIG. 2(a) and FIG. 2(b).

The state acquisition unit 102 acquires parameters that
indicate the present operation state of the hybrid vehicle 10.
Examples of the parameters acquired by the state acquisition
unit 102 include the speed of the hybrid vehicle 10 and the
output of the hybrid vehicle 10. The state acquisition unit
102 may also directly acquire those parameters from various
sensors (not depicted in the drawings). Alternatively, the
state acquisition unit 102 may indirectly acquire those
parameters by calculations based on the parameters acquired
from the sensors (not depicted in the figures).

The display control unit 103 controls the display 700 such
as to display the fuel-efficient induction zone 710, which has
been set by the zone setting unit 101, and a present state
indicator 720 (see, for example, FIG. 5) indicating the
parameters (in other words, the present operation state of the
hybrid vehicle 10) that have been acquired by the state
acquisition unit 102. Examples of displays suitable as the
display 700 include liquid crystal displays, head-up dis-
plays, and displays of other systems.

(2) First Embodiment of Fuel-Efficient Induction Zone
and Present State Indicator

The first embodiment of the fuel-efficient induction zone
710 and present state indicator 720 will be explained here-
inbelow with reference to FIGS. 2(a) to 12.
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(2-1) Fuel-Efficient Induction Zone

The first embodiment of the fuel-efficient induction zone
710 which is set by the zone setting unit 101 will be
explained hereinbelow with reference to FIGS. 2(a) to 4(c).
FIG. 2(a) and FIG. 2(b) depict a graph and a table, respec-
tively, illustrating an example of grounds for setting the
fuel-efficient induction zone 710 of the first embodiment.
FIG. 3(a) and FIG. 3(b) are graphs illustrating an example
of the fuel-efficient induction zone 710 of the first embodi-
ment. FIG. 4(a), FIG. 4(b) and FIG. 4(c) are graphs illus-
trating another example of the fuel-efficient induction zone
710 of the first embodiment.

Initially, in the first embodiment, the fuel-efficient induc-
tion zone 710 is a display object that indirectly displays the
operations, which are recommended to be performed by the
driver, by using the format of speed and output of the hybrid
vehicle 10.

It is preferred that the fuel-efficient induction zone 710 be
set from the standpoint of improving (preferably, optimiz-
ing) the actual fuel consumption (for example, the fuel
consumption calculated from the distance traveled by the
hybrid vehicle 10 within a period in which the operations
such as included in the fuel-efficient induction zone 710 are
performed and from the amount of fuel injected within this
period) of the hybrid vehicle 10 that travels correspondingly
to the fuel-efficient induction zone 710. In other words, it is
preferred that the fuel-efficient induction zone 710 be set
from the standpoint of improving the actual fuel consump-
tion of the hybrid vehicle 10 that travels correspondingly to
the fuel-efficient induction zone 710 over the actual fuel
consumption of the hybrid vehicle 10 that travels not cor-
respondingly to the fuel-efficient induction zone 710. More
specifically, it is preferred that the fuel-efficient induction
zone 710 be set from the standpoint of improving (prefer-
ably, optimizing) the actual fuel consumption of the hybrid
vehicle 10 that travels as a result of performing the opera-
tions such that the speed and output of the hybrid vehicle 10
are included in the fuel-efficient induction zone 710. In other
words, it is preferred that the fuel-efficient induction zone
710 be set from the standpoint of improving the actual fuel
consumption of the hybrid vehicle 10 that travels as a result
of performing the operations such that the speed and output
of the hybrid vehicle 10 are included in the fuel-efficient
induction zone 20, 710 over the actual fuel consumption of
the hybrid vehicle 10 that travels as a result of performing
the operations such that the speed and output of the hybrid
vehicle 10 deviate from the fuel-efficient induction zone
710. Thus, it is preferred that the fuel-efficient induction
zone 710 be set with an emphasis on the actual fuel
consumption rather than instantaneous fuel consumption
(for example, fuel consumption calculated from the vehicle
speed and fuel injection amount at the point of time the
instantaneous fuel consumption is calculated).

When the fuel-efficient induction zone 710 is set with
emphasis on the actual fuel consumption, it is preferable to
take into account that “the actual fuel consumption when the
hybrid vehicle 10 travels through the same distance over the
same travel time can change depending on the acceleration
of the hybrid vehicle 10”. Further, when the fuel-efficient
induction zone 710 is set with emphasis on the actual fuel
consumption, it is also preferable to take into account that
“the acceleration at which the actual fuel consumption
becomes optimal does not necessarily match the acceleration
at which the instantaneous fuel consumption becomes opti-
mal”. The results of simulation indicating that the accelera-
tion at which the actual fuel consumption becomes optimal
is present are described hereinbelow.
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FIG. 2(a) depicts a running pattern of the hybrid vehicle
10 which is used in the simulation indicating that the
acceleration at which the actual fuel consumption becomes
optimal is present. In the simulation, as depicted in FIG.
2(a), the hybrid vehicle 10 starts moving at a timing t1 and
then stops at a red light at a timing t2. Then, the hybrid
vehicle 10 again starts moving at a green light at a timing t3.
Accelerations of seven types, namely, 0.3 m/s, 0.4 m/s>, 0.5
m/s>, 0.6 in/s?1.0 m/s>, 1.4 m/s?, and 1.8 m/s?, were used as
the acceleration of the hybrid vehicle 10 when the vehicle
started moving again. At a target speed (40 km/h in FIG.
2(a)) corresponding to the cruise speed, the hybrid vehicle
10 is assumed to nm steadily for a constant period of time.
Then, the hybrid vehicle 10 is assumed to stop again at a
timing t4. The deceleration of the hybrid vehicle 10 at the
time the vehicle stops again is assumed to increase with the
decrease in the acceleration when the vehicle starts moving
again at the timing t3. In other words, in the simulation, the
period of time in which the hybrid vehicle 10 runs steadily
(more specifically, the period of time from after the vehicle
starts moving till it stops) is assumed to be constant regard-
less of changes in acceleration. Then, the hybrid vehicle 10
is assumed to reach the target destination, while repeating
start and stop operations caused by traffic congestion, and
then stop.

Such simulation has been conducted not only for the case
in which the target speed of the steadily running vehicle was
40 km/h, but also with respect to the case in which the target
speed of the steadily running vehicle was 60 km/h and the
case in Which the target speed of the steadily running
vehicle was 80 km/h.

FIG. 2(b) shows the actual fuel consumption obtained as
a result of the simulation (in other words, the actual fuel
consumption of the hybrid vehicle 10 that has been running
according to the above-described running pattern). FIG. 2(b)
depicts indirectly the actual fuel consumption obtained as a
result of the simulation, by using a fuel consumption varia-
tion rate referred to the actual fuel consumption in the case
in which the acceleration when the vehicle runs steadily is
0.3 m/s>. As depicted in FIG. 2(b), the fuel consumption
variation rate is the largest when the acceleration is 0.6 m/s>,
and therefore the actual fuel consumption is the lowest when
the acceleration is 0.6 m/s>. One of the reasons why the
actual fuel consumption is optimal when the acceleration is
0.6 m/s? is that when the acceleration is 0.6 m/s>, the period
of time in which the engine 200 is stopped (in other words,
the period of time in which the vehicle runs in a EV running
mode in which only the drive power of the motor generator
MG?2 is used) increases due to the shortening of the interval
of time required to start the steady running other words, the
interval of time required for acceleration). Actually, the
simulation results indicate that the interval of time in which
the engine 200 is stopped when the acceleration is 0.6 m/s?
is longer than the interval of time in which the engine 200
is stopped when the acceleration is 0.3 m/s> and the interval
of time in which the engine 200 is stopped when the
acceleration is 1.8 m/s>. Yet another reason why the actual
fuel consumption is optimal when the acceleration is 0.6
m/s? is that thermal efficiency of the engine 200 increases
with the increase in acceleration. However, when the accel-
eration becomes too high, the actual fuel consumption is
increased because an exhaust gas recirculation (EGR) is off.

In order to discuss the results of such simulation, it is
estimated that the actual fuel consumption when the hybrid
vehicle 10 travels through the same distance in the same
running time becomes optimal when a shift to a steady
running is made after encouraging a certain aggressive
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acceleration, while allowing the degradation of instanta-
neous fuel consumption. Therefore, in the embodiment, it is
preferred that the fuel-efficient induction zone 710 be set
with the object of improving (for example, optimizing) the
actual fuel consumption with consideration for the fact that
the actual fuel consumption when the hybrid vehicle 10
travels through the same distance in the same running time
changes depending on the acceleration of the hybrid vehicle
10 and the acceleration at which the actual fuel consumption
is optimal and the acceleration at which the instantaneous
fuel consumption is optimal do not necessarily match.

More specifically, as depicted in FIG. 3(a), the zone
setting unit 101 sets the fuel-efficient induction zone 710
which is defined, for example, on a graph in which the
vehicle speed is plotted against the abscissa and the output
is plotted against the ordinate. The driver operates the
accelerator, or the like, by referring to the fuel-efficient
induction zone 710, such that the speed and output of the
hybrid vehicle 10 are included in the fuel-efficient induction
zone 710. In other words, the fuel-efficient induction zone
710 indirectly indicates the operation amount of the accel-
erator to be performed by the driver in order to improve the
actual fuel efficiency.

Such fuel-efficient induction zone 710 is set by the zone
setting unit 101 with consideration for the issues explained
hereinbelow.

The fuel-efficient induction zone 710 is provided with an
acceleration recommended zone 711 which is a specific
example of “a first operation amount” and “a first operation
range”, a steady running shift zone 712 which is a specific
example of “a second operation amount” and “a second
operation range”, and an electronic vehicle (EV) running
zone 713 which is a specific example of “a desired operation
state”.

The acceleration recommended zone 711 is a zone indi-
rectly indicating the contents of operations to be performed
by the driver when the vehicle speed is relatively low (for
example, in the examples depicted in FIG. 3(a) and FIG.
3(b), the speed below the lower limit of the target vehicle
speed). Therefore, when the vehicle speed is relatively low,
the driver operates the accelerator, or the like, such that the
vehicle speed and output of the hybrid vehicle 10 are
included in the acceleration recommended zone 711.

The acceleration recommended zone 711 is preferably set
such as to suggest that the output also should be increased
(for example, the depression amount of the accelerator
should be increased) as the vehicle speed increases. In other
words, it is preferred that the acceleration recommended
zone 711 be set such that the average value of the output
included in the acceleration recommended zone 711 corre-
sponding to a certain vehicle speed is greater than the
average value of the output included in the acceleration
recommended zone 711 corresponding to a vehicle speed
which is lower than the certain vehicle speed.

Furthermore, the acceleration recommended zone 711
may be set according to a fuel consumption contour line.
More specifically, in the example depicted in FIG. 3(b), the
central line of the acceleration recommended zone 711
(more specifically, a virtual line positioned between the
upper edge of the acceleration recommended zone 711 and
the lower edge of the acceleration recommended zone 711)
corresponds to the fuel consumption contour (in FIG. 3(b).
“FUEL CONSUMPTION CONTOUR (OPTIMAL)”) in the
case in which the hybrid vehicle 10 travels with an accel-
eration (for example, 0.6 m/s” in the simulation illustrated by
FIGS. 2(a) and 2(b)) at which the actual consumption of fuel
consumed when the vehicle travels through the same dis-
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tance in the same travel time becomes optimal. Further, in
the example depicted in FIG. 3(b), the upper edge of the
acceleration recommended zone 711 (in other words, a line
connecting the upper limit values of the acceleration rec-
ommended zone 711 at different vehicle speeds) corresponds
to a fuel consumption contour (in FIG. 3(5), “FUEL CON-
SUMPTION CONTOUR (UPPER. LIMIT)”") which is posi-
tioned on the side where the output increases with respect to
the “FUEL CONSUMPTION CONTOUR (OPTIMAL)”
corresponding to the central line of the acceleration recom-
mended zone 711. More specifically, in the example
depicted in FIG. 3(b), the upper edge of the acceleration
recommended zone 711 corresponds to the fuel consumption
contour (in FIG. 3(4), “FUEL CONSUMPTION CON-
TOUR (UPPER LIMIT)”) in the case in which the hybrid
vehicle 10 travels with an acceleration (for example, 0.9
m?/s) obtained by adding a margin of a predetermined
amount to the acceleration at which the actual consumption
of fuel consumed when the vehicle travels through the same
distance in the same travel time becomes optimal. Mean-
while, in the example depicted in FIG. 3(5), the lower edge
of the acceleration recommended zone 711 (in other words,
a line connecting the lower limit values of the acceleration
recommended zone 711 at different vehicle speeds) corre-
sponds to a fuel consumption contour (in FIG. 3(5), “FUEL
CONSUMPTION CONTOUR (LOWER LIMIT)”) which is
positioned on the side where the output decreases with
respect to the “FUEL CONSUMPTION CONTOUR (OPTI-
MAL)” corresponding to the central line of the acceleration
recommended zone 711. More specifically, in the example
depicted in FIG. 3(b), the lower edge of the acceleration
recommended zone 711 corresponds to the fuel consumption
contour (in FIG. 3(4), “FUEL CONSUMPTION CON-
TOUR (LOWER LIMIT)”) in the case in which the hybrid
vehicle 10 travels with an acceleration (for example, 0.3
m?/s) obtained by subtracting a margin of a predetermined
amount from the acceleration at which the actual fuel
consumption realized when the vehicle travels through the
same distance in the same travel time becomes optimal.

Further, it is preferred that the acceleration recommended
zone 711 be set to be positioned on the side where the output
increases with respect to the running pattern (“FLAT
ROAD” in FIG. 3(b)) in the case in which the hybrid vehicle
10 is assumed to travel on a flat road while maintaining the
operation state in which the instantaneous fuel consumption
is optimal. In other words, it is preferred that the acceleration
recommended zone 711 be set such as to suggest the
operations that can further encourage the acceleration of the
hybrid vehicle 10 in comparison with the case in which the
instantaneous fuel consumption is optimal.

Furthermore, the acceleration recommended zone 711
may be set such as not to fall below the END start threshold
(OFF—ON) corresponding to the output at a point of time
at which the engine 200 in a stop state is started.

In addition, the acceleration recommended zone 711 may
be set such as to correspond to a vehicle speed that is less
than the lower limit of the target vehicle speed (in other
words, such that does not correspond to a vehicle speed that
is equal to or higher than the lower limit of the target vehicle
speed). In this case, the lower limit of the target vehicle,
speed indicates the lower limit of the allowed range of the
target vehicle speed when the hybrid vehicle 10 performs a
steady running. Meanwhile, the upper limit of the target
vehicle speed indicates the upper limit of the allowed range
of the target vehicle speed when the hybrid vehicle 10
performs a steady running. The width between the upper
limit of the target vehicle speed and the lower limit of the
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target vehicle speed may be adjusted, as appropriate, for
example, according to the slope of the road through which
the hybrid vehicle 10 travels. For example, the width
between the upper limit of the target vehicle speed and the
lower limit of the target vehicle speed may be adjusted, as
appropriate, for example, such as to increase with the
increase in the slope of the road through which the hybrid
vehicle 10 travels.

Further, the acceleration recommended zone 711 may be
set such as not to exceed the upper limit of the target output
which is the upper limit of the target value of the output of
the hybrid vehicle 10. The upper limit of the target output
means an output such that where the accelerator pedal is
depressed to realize an output that exceeds the upper limit of
the target output, the speed of the hybrid vehicle 10 exceeds
the target vehicle speed.

In summary, in the example depicted in FIG. 3(b), the
acceleration recommended zone 711 corresponds to a region
bounded by the ENG start threshold (OFF—ON), fuel
consumption contour (upper limit), fuel consumption con-
tour (lower limit), upper limit of target output, and lower
limit of target output. When the vehicle speed is relatively
small, as indicated by a bold arrow in FIG. 3(5), the driver
operates the accelerator to accelerate aggressively with
reference to such an acceleration recommended zone 711.

The steady running shift zone 712 is a zone indirectly
indicating the contents of operations to be performed by the
driver when the vehicle speed is relatively high (for
example, in the examples depicted in FIG. 3(a) and FIG.
3(b), the speed equal to or above the lower limit of the target
vehicle speed). Therefore, when the vehicle speed is rela-
tively high, the driver operates the accelerator, or the like,
such that the vehicle speed and output of the hybrid vehicle
10 are included in the steady running shift zone 712.

The steady running shift zone 712 is preferably set such
as to suggest that the output may be decreased (for example,
the depression amount of the accelerator may be decreased)
while maintaining the vehicle speed. It is also preferred that
the steady running shift zone 712 be set such as to suggest
that the EV running zone 713 in which the vehicle runs in
the EV running mode can be eventually reached by decreas-
ing the output. Therefore, it is preferred that the steady
running shift zone 712 be adjacent to the EV running zone
713, the boundary therebetween being the ENG stop thresh-
old (ON—OQOFF) corresponding to the output at a point of
time at which the engine 200 in a drive state is stopped.

In addition, the steady running shift zone 712 may be set
such as to correspond to a vehicle speed that is equal to or
higher than the lower limit of the target vehicle speed and
lower than the upper limit of the target vehicle speed (in
other words, such that does not correspond to a vehicle
speed that is less than the lower limit of the target vehicle
speed and equal to or higher than the upper limit of the target
vehicle speed).

Further, the steady running shift zone 712 may be set,
similarly to the acceleration recommended zone 711, such as
not to exceed the upper limit of the target output which is the
upper limit of the target value of the output of the hybrid
vehicle 10.

In summary, in the example depicted in FIG. 3(b), the
steady running shift zone 712 corresponds to a region
bounded by the upper limit of target output, lower limit of
target output, upper limit of target vehicle speed, and ENG
stop threshold (ON—OFF). When the vehicle speed is
relatively high, as indicated by an arrow in FIG. 3(b), the
driver operates the accelerator such as to reduce the output
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while maintaining the vehicle speed (and initiate running in
the EV running mode), with reference to such a steady
running shift zone 712.

The EV running zone 713 is a zone indicating an opera-
tion state in which the hybrid vehicle 10 can run in the EV
running mode (more specifically, the operation state speci-
fied from the vehicle speed and output). The EV running
zone is a region positioned on the side where the output
decreases with respect to at least either one of the ENG start
threshold (OFF—ON) and the ENG stop threshold (ON—
OFF). In the example depicted in FIG. 3(54), an EV running
zone 713a which is adjacent to the acceleration recom-
mended zone 711 and an EV running zone 7135 which is
adjacent to the steady running shift zone 712 coexist.

A region between the EV running zone 713a and the EV
running zone 7135 is substantially also a region including
the operation state in which the hybrid vehicle 10 can run in
the EV running mode. However, as mentioned hereinabove,
from the standpoint of improving the actual fuel consump-
tion when the hybrid vehicle 10 travels through the same
distance in the same travel time, it is preferred not to run the
hybrid vehicle 10 in the operation state included in the
region between the EV running zone 713a¢ and the EV
running zone 7135. Therefore, in the first embodiment, the
region between the EV running zone 713a¢ and the EV
running zone 7135 may not be displayed as the EV running
zone 713. However, the region between the EV running zone
713a and the EV running zone 7135 may be displayed as the
EV running zone 713.

Further, in order to encourage an aggressive transition to
the EV running zone 713, for example, an “EV” label which
clearly indicates the zone in which running in the EV
running mode is possible may be displayed, as depicted in
FIG. 3(a), in the EV running zone 713.

Such a fuel-efficient induction zone 710 typically can be
uniquely defined by, for example, specifications of the
hybrid vehicle 10 for each hybrid vehicle 10. Therefore, the
fuel-efficient induction zone 701 may be defined in advance
for each hybrid vehicle 10. In this case, the zone setting unit
101 may, set the fuel-efficient induction zone 710 by storing
the fuel-efficient induction zone 710 which has been defined
in advance. Alternatively, the zone setting unit 101 may set
the fuel-efficient induction zone 701 by defining the fuel-
efficient induction zone 701 anew.

The zone setting unit 101 may also correct, as appropriate,
the fuel-efficient induction zone 710 which has been defined
in advance or anew.

For example, the zone setting unit 101 may correct, as
appropriate, the fuel-efficient induction zone 710 according
to the SOC of the battery 500. For example, where the SOC
is relatively small, an environment is presumed in which it
is more difficult for the hybrid vehicle 10 to run the EV
running node (in other words, it is preferred that the engine
200 be driven to charge the battery 500 than to run the
vehicle in the EV running mode) than in the case in which
the SOC is relatively large. Therefore, in such a case, the
acceleration recommended zone 711 and the steady running
shift zone 712 in which the engine 200 is driven may be
corrected, as appropriate, such that the period of which the
engine 200 is driven is extended.

Alternatively, for example, the zone setting unit 101 may
correct, as appropriate, the fuel-efficient induction zone 710
according to the slope of the road on which the hybrid
vehicle 10 travels. For example, when the road slope is
relatively large, the output for realizing the same vehicle
speed tends to increase over that in the case of a small road
slope. Therefore, in this case, the fuel-efficient induction



US 9,457,664 B2

19

zone 710 may be corrected, as appropriate, such that the
scale, in the ordinate direction, of the fuel-efficient induction
zone 710 corresponding to the output be become larger as
the slope of the road becomes greater (in other words, for
example, the acceleration recommended zone 711 be
enlarged along the ordinate direction).

The fuel-efficient induction zone 710 depicted in FIG.
3(a) and FIG. 3(b) is merely an example. Therefore, the
fuel-efficient induction zone 710 is not limited to the fuel-
efficient induction zone 710 of the form depicted in FIG.
3(a) and FIG. 3(b). For example, the fuel-efficient induction
zone 710 in which the upper edge of the steady running shift
zone 712 decreases gradually according to the increase in
the vehicle speed may be used to emphasize the preference
of decreasing the output in the steady running shift zone 712,
as depicted in FIG. 4(a). Alternatively, the fuel-efficient
induction zone 710 including the steady running shift zone
712, which suggests that the output is to be reduced as the
vehicle speed increases, may be used to emphasize the
preference of decreasing the output in the steady running
shift zone 712, as depicted in FIG. 4(b). Alternatively, the
fuel-efficient induction zone 710 including the acceleration
recommended zone 711 and the steady running shift zone
712, which have curved or circular-arc upper edge and lower
edge, may be used to emphasize the preference of decreasing
the output in the steady running shift zone 712, as depicted
in FIG. 4(c). Essentially, any fuel-efficient induction zone
710 may be used, provided that it is possible to encourage
aggressive acceleration when the vehicle speed is relatively
low and encourage decreasing the output, while maintaining
the vehicle speed, to start running in the EV running mode
when the vehicle speed is relatively high.

Alternatively, one or a plurality of desired points (for
example, white circles in FIG. 3(5)) inside the fuel-efficient
induction zone 710 may be displayed in addition to, or
instead of the zone (the so-called, area) such as the fuel-
efficient induction zone 710. Further, one or a plurality of
lines (for example, bold arrows in FIG. 3(b)) that pass
through the desired positions in the fuel-efficient induction
zone 710 may be displayed. In either case, the driver can
improve the actual fuel consumption by performing the
operations according to the points or lines. Essentially, any
display object may be used as an alternative to the fuel-
efficient induction zone 710, provided that it is possible to
encourage aggressive acceleration when the vehicle speed is
relatively low and encourage decreasing the output, while
maintaining the vehicle speed, to start running in the EV
running mode when the vehicle speed is relatively high.

(2-2) Present State Indicator

The first embodiment of the present state indicator 720
which indicates parameters representing the present opera-
tion state of the hybrid vehicle 10 that has been acquired by
the state acquisition unit 102 will be explained hereinbelow
with reference to FIGS. 5, 6(a) and 6(5). FIGS. 5, 6(a) and
6(b) are plan views illustrating display examples in which
the present state indicator 720 of the first embodiment is
displayed together with the fuel-efficient induction zone 710
of the first embodiment.

As depicted in FIG. 5, in the first embodiment, the
fuel-efficient induction zone 710 which has been set by the
zone setting unit 101 is displayed on the display 700 by
operating the display control unit 103. The present state
indicator 720 indicating the present operation state of the
hybrid vehicle 10 which has been acquired by the state
acquisition unit 102 is also displayed on the display 700.

As depicted in FIG. 5, the present state indicator 720 is
provided with a speed line 721, an output marker 722, and
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excess-deficiency markers 723a and 7235 which indicate the
excess or deficiency of the present output of the hybrid
vehicle 10.

The speed line 721 is a line extending along the ordinate
and indicating the present speed of the hybrid vehicle 10.
FIG. 5 shows an example of the speed line 721 indicating
that the present speed of the hybrid vehicle 10 is 20 km/h.
Where the present speed of the hybrid vehicle 10 increases,
the speed line 721 moves to the right in FIG. 5. Meanwhile,
where the present speed of the hybrid vehicle 10 decreases,
the speed line 721 moves to the left in FIG. 5.

The output marker 722 is a marker indicating the present
output of the hybrid vehicle 10. Where the present output of
the hybrid vehicle 10 increases, the output marker 722
moves up in FIG. 5. Meanwhile, where the present output of
the hybrid vehicle 10 decreases, the output marker 722
moves down in FIG. 5.

Further, the output marker 722 is positioned on the speed
line 721. Therefore, the output marker 722 essentially can be
said to indicate the present speed of the hybrid vehicle 10 in
addition to the present output of the hybrid vehicle 10.

The present speed and present output of the hybrid vehicle
10 are the results of the hybrid vehicle 10 running according
to the operation contents presently performed by the driver.
Therefore, the output marker 722 essentially can be said to
indicate indirectly, by using the format of vehicle speed and
output, the operation contents presently performed by the
driver

The excess-deficiency markers 723a and 7235 indicate
the state of excess or deficiency of the present output of the
hybrid vehicle 10. In other words, the excess-deficiency
markers 723a and 72356 indicate whether or not it is pre-
ferred that the present output of the hybrid vehicle 10 be
decreased and whether or not it is preferred that the present
output of the hybrid vehicle 10 be increased.

More specifically, for example, FIG. 6(a) illustrates an
example in which the output marker 722 has deviated
toward the output increase side with respect to the fuel-
efficient zone 710. In other words, in this example, the
present output of the hybrid vehicle 10 is greater than the
output indicated by the fuel-efficient induction zone 710. In
this case, for example, since the excess-deficiency marker
723a positioned above the output marker 722 (in other
words, on the output increase side) becomes larger than the
excess-deficiency marker 7235 positioned below the output
marker 722 (in other words, on the output decrease side), it
may suggest that it is preferred that the present output of the
hybrid vehicle 10 be decreased. In this case, the driver can
decrease the present output of the hybrid vehicle 10 by
decreasing the depression amount of the accelerator.

Alternatively, for example, FIG. 6(b) illustrates an
example in which the output marker 722 has deviated
toward the output decrease side with respect to the fuel-
efficient zone 710. In other words, in this example, the
present output of the hybrid vehicle 10 is less than the output
indicated by the fuel-efficient induction zone 710. In this
case, for example, since the excess-deficiency marker 723a
positioned above the output marker 722 (in other words, on
the output increase side) becomes less than the excess-
deficiency marker 7235 positioned below the output marker
722 (in other words, on the output decrease side), it may
suggest that it is preferred that the present output of the
hybrid vehicle 10 be increased. In this case, the driver can
increase the present output of the hybrid vehicle 10 by
increasing the depression amount of the accelerator.

Since the present state indicator 720 is thus displayed
together with the fuel-efficient induction zone 710, the driver
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can accurately recognize whether or not the present opera-
tion performed by the driver himself can result in the speed
and output of the hybrid vehicle 10 being included in the
fuel-efficient induction zone 710. In other words, the driver
can accurately recognize which operation is to be performed
to improve the actual fuel consumption.

The present state indicator 720 depicted in FIGS. 5, 6(a)
and 6(b) is merely an example. Therefore, the present state
indicator 720 is not limited to the present state indicator 720
of the form depicted in FIGS. 5, 6(a) and 6(5). Essentially
any displayed object capable of indicating in some form the
present operation state of the hybrid vehicle 10 (for example,
at least the vehicle speed and output) may be used as the
present state indicator 720.

(2-3) Specific Examples of Display Form of Fuel-Efficient
Induction Zone and Present State Indicator

Specific examples of the display form of the fuel-efficient
induction zone 710 and the present state indicator 720 within
a period of time from the stop state of the hybrid vehicle 10
till the vehicle starts running steadily in the EV running
mode will be explained hereinbelow with reference to FIGS.
7 to 12. FIGS. 7 to 12 are plan views illustrating the
transition of the display form of the fuel-efficient induction
zone 710 and the present state indicator 720 within a period
of time from the stop state of the hybrid vehicle 10 till the
vehicle starts running steadily in the EV running mode. In
FIGS. 7 to 12, the reference numerals of the fuel-efficient
induction zone 710 and the present state indicator 720 are
omitted to make the drawings more clear.

As depicted in FIG. 7, when the hybrid vehicle 10 is in the
stop state, the present speed of the hybrid vehicle 10 is
naturally 0 km/h. Therefore, the speed line 721 of the present
state indicator 720 is displayed at a position of 0 km/h.
Likewise, the present output of the hybrid vehicle 10 is
naturally 0 kW. Therefore, the output marker 722 of the
present state indicator 720 is displayed at a position of 0 kW
on the speed line 721 indicating 0 km/h.

Then, it is assumed that the hybrid vehicle 10 starts
moving, as depicted in FIG. 8. In this case, the hybrid
vehicle 10 runs for a certain time in the EV running mode
by using only the drive power of the motor generator MG2.
Therefore, the output marker 722 is displayed to be posi-
tioned inside the EV running zone 713a.

Where the output thereafter exceeds the ENG start thresh-
old (OFF—ON) following the increase in the speed and
output of the hybrid vehicle 10, as depicted in FIG. 9, the
engine 200 is started. At this time, the display position of the
output marker 722 makes a transition from the EV running
zone 713 to the acceleration recommended zone 711 corre-
spondingly to the increasing vehicle speed and output. The
driver then operates the accelerator, as appropriate, such that
the output marker 722 is included in the acceleration rec-
ommended zone 711. As a result, the speed line 721 and the
output marker 722 move successively to the right in FIG. 9
as the vehicle speed increases. Likewise, the output marker
722 moves successively upward in FIG. 9 as the output
increases.

In FIG. 9, a plurality of present state indicators 720 is
displayed simultaneously in order to better illustrate the
transition of the display form of the present state indicator
720. However, it is essentially preferred that only one
present state indicator 720 corresponding to the present
vehicle speed and output be displayed.

In this case, as depicted in FIGS. 10(a) and 10(5), the
display control unit 103 may control the display 700 such as
to display a history indicator 730 indicating the past posi-
tions (or a trajectory connecting the past positions) of the
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output marker 722. More specifically, as depicted in FIG.
10(a) and FIG. 10(b), the history indicator 730 includes past
markers 731 indicating the positions of the output marker
722 at specific timings in the past and a past trajectory line
732 corresponding to the trajectory connecting the past
markers 731. FIG. 10(a) shows the history indicator 730 in
the case in which the driver has operated the accelerator such
as to include the output marker 722 into the fuel-efficient
induction zone 710. Meanwhile, FIG. 10(4) shows the
history indicator 730 in the case in which the accelerator
operation performed by the driver results in the deviation of
the output marker 722 from the fuel-efficient induction zone
710.

The presence/absence of the display of the history indi-
cator 730 may be switched, as appropriate, by the driver’s
instruction. In other words, the history indicator 730 may be
displayed according to the driver’s instruction to display the
history indicator 730, or the history indicator 730 may be not
displayed according to the driver’s instruction not to display
the history indicator 730.

Alternatively, the presence/absence of the display of the
history indicator 722 may be switched, as appropriate,
according to the speed of the hybrid vehicle 10 in order to
facilitate the verification of the history indicator 722 by the
driver. For example, the history indicator 722 may be
displayed when the hybrid vehicle 10 has stopped (that is,
the vehicle speed is 0 km/h), and the history indicator 722
may not be displayed when the hybrid vehicle 10 runs (that
is, the vehicle speed is greater than 0 km/h). Alternatively,
for example, the history indicator 722 may be displayed
when the hybrid vehicle 10 starts moving slowly (that is, the
vehicle speed is Less than 5 km/h), and the history indicator
722 may not be displayed when the hybrid vehicle 10 runs
(that is, the vehicle speed is equal to or greater than 5 km/h).
As a result, the driver can evaluate the operation contents
performed by him in the past while the hybrid vehicle 10 is
stopped.

Alternatively, in the steady running shift zone 712, it is
suffice for the driver to reduce uniformly the depression
amount of the accelerator, whereas in the acceleration rec-
ommended zone 711, it may be necessary for the driver to
adjust finely the depression amount of the accelerator. In
other words, the evaluation of the past operation contents of
the driver is more important when the hybrid vehicle 10 runs
such that the output marker 722 is included in the accelera-
tion recommended zone 711 (for example, when the speed
of the hybrid vehicle 10 is less than the lower limit of the
target vehicle speed). Therefore, the presence/absence of the
display of the history indicator 722 may be switched, as
appropriate, according to whether or not the hybrid vehicle
10 travels such that the output marker 722 is included in the
acceleration recommended zone 711. For example, the his-
tory indicator 722 may be displayed when the hybrid vehicle
10 travels such that the output marker 722 is included in the
acceleration recommended zone 711 (for example, the
vehicle speed is less than the lower limit of the target vehicle
speed), whereas the history indicator 722 may not be dis-
played when the hybrid vehicle 10 travels such that the
output marker 722 is included in the steady running shift
zone 712 or the EV running zone 713 (for example, the
vehicle speed is equal to or greater than the lower limit of the
target vehicle speed).

The display form of the history indicator 722 may be also
changed according to the matching degree of the history
indicator 722 and the fuel-efficient induction zone 720.
Further, the evaluation score corresponding to the matching



US 9,457,664 B2

23

degree of the history indicator 722 and the fuel-efficient
induction zone 720 may be displayed together with the
history indicator 722.

The history indicator 730 depicted in FIG. 10(a) and FIG.
10(b) are merely an example. Therefore, the history indica-
tor 730 is not limited to the history indicator 730 of the form
depicted in FIG. 10(a) and FIG. 10(b). Essentially any
displayed object capable of indicating in some form the past
position of the output marker 722 (for example, at least
either one of the vehicle speed and output) may be used as
the history indicator 730.

Then, as depicted in FIG. 11, as the speed and output of
the hybrid vehicle 10 increase, the output marker 722 makes
a transition from the acceleration recommended zone 711
into the steady running shift zone 712. As a result, the driver
can recognize that the output of the hybrid vehicle 10 may
be reduced by referring to the steady running shift zone 712.
Therefore, the driver correspondingly reduces the depres-
sion amount of the accelerator. As a result, as depicted in
FIG. 11, the output decreases while the speed of the hybrid
vehicle 10 is maintained or is not changed significantly. The
display position of the output marker 722 also changes
according to such changes in the vehicle speed and output.

As depicted in FIG. 12, the driver can also recognize the
presence of the EV running zone 713 below the steady
running shift zone 712. Therefore, the driver can recognize
that by further decreasing the output of the hybrid vehicle
10, it is possible to run the hybrid vehicle 10 in the EV
running mode. The driver then reduces correspondingly the
depression amount of the accelerator. As a result, the engine
200 stops when the output exceeds the ENG stop threshold
(ON—OQFF). Therefore, the hybrid vehicle 10 runs in the EV
running mode in which the effect of improving the actual
fuel consumption is the highest (the instantaneous fuel
consumption is optimal). At this time, the display position of
the output marker 722 makes a transition from the steady
running shift zone 712 to the EV running zone 713.

Explained hereinabove is an example in which the entire
fuel-efficient induction zone 710 is displayed on the display
700. However, at least part of the fuel-efficient induction
zone 710 may be indicated to emphasize the vicinity of the
region where the output marker 722 is presently positioned
in the fuel-efficient induction zone 710 over the vicinity of
the region where the output marker 722 is presently not
positioned. For example, the vicinity of the region where the
output marker 722 is presently positioned in the fuel-
efficient induction zone 710 may be displayed, whereas the
vicinity of the region where the output marker 722 is
presently not positioned may not be displayed (that is, may
be removed from the field of view of the driver). Alterna-
tively, the vicinity of the region where the output marker 722
is presently positioned in the fuel-efficient induction zone
710 may be displayed as is, whereas the vicinity of the
region where the output marker 722 is presently not posi-
tioned may be displayed with compression (that is, with
reduction in size). The vicinity of the region where the
output marker 722 is presently positioned in the fuel-
efficient induction zone 710 may be displayed with enlarge-
ment, whereas the vicinity of the region where the output
marker 722 is presently not positioned may be displayed as
is.

Alternatively, only either one of the acceleration recom-
mended zone 711 and the steady running shift mode 712
may be displayed according to the vehicle speed. For
example, where the vehicle speed is less than a predeter-
mined threshold (for example, the lower limit of the target
vehicle speed), the acceleration recommended zone 711 may
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be displayed, whereas the steady running shill mode 712
may not be displayed. Where the vehicle speed is equal to or
greater than a predetermined threshold (for example, the
lower limit of the target vehicle speed), the acceleration
recommended zone 711 may not be displayed, whereas the
steady running shift mode 712 may be displayed.

Where it is considered that the operation performed by the
driver such as to include the output marker 722 into the
acceleration recommended zone 711 is more difficult than
the operation performed by the driver such as to include the
output marker 722 into the steady running shift mode 712,
the display of the acceleration recommended zone 711 may
be emphasized over that of the steady running shift mode
712.

As explained hereinabove, according to the first embodi-
ment, the driver can operate the accelerator, or the like,
while referring to the fuel-efficient induction zone 710
which encourages the improvement in the actual fuel con-
sumption and the present state marker 720 indicating the
present operation state of the hybrid vehicle 10. More
specifically, the driver can operate the accelerator, or the
like, such that the present state marker 720 is included in the
fuel-efficient induction zone 710. In particular, the driver can
intuitively recognize which operation to perform by refer-
ring to the fuel-efficient induction zone 710 and the present
state marker 720. Therefore, the driver can advantageously
perform the operations such that the actual fuel consumption
of the hybrid vehicle 10 is advantageously improved.

Further, the driver can comparatively easily recognize the
tendency of advantageous operations for improving the
actual fuel efficiency because the fuel-efficient induction
zone 710 includes the continuously displayed acceleration
recommended zone 711 and the steady running shift zone
712. In other words, the driver can comparatively easily
recognize the tendency of operations for improving the
actual fuel consumption in the entire route from the start to
acceleration and steady running.

More specifically, after the vehicle has started moving, the
driver can initially perform the operations such as to accel-
erate aggressively the hybrid vehicle 10 (for example, can be
encouraged to accelerate the vehicle to reach the target
vehicle speed) by referring to the acceleration recommended
zone 711, without paying any or almost any attention to the
optimization of instantaneous fuel consumption. Then, the
driver can perform the operations aimed to start running
(steady running) in the EV running mode by referring to the
steady running shift zone 712 and the EV running zone 713.
In other words, the driver can shorten the period of time
required for the hybrid vehicle 10 to start running steadily
and extend the period of time in which steady running is
continued. The resultant significant practical effect is that the
actual fuel consumption of the hybrid vehicle 10 which runs
according to the operations performed by the driver with
reference to the fuel-efficient induction zone 710 is easily
improved over the actual fuel consumption of the hybrid
vehicle 10 which runs according to the operations performed
by the driver without reference to the fuel-efficient induction
zone 710.

In addition, where the history indicator 730 (see FIG.
10(a) and FIG. 10(5)) is displayed together with the fuel-
efficient induction zone 710, the driver can advantageously
evaluate the appropriateness of the operation of the accel-
erator, or the like, performed by the driver himself. As a
result, the driver can advantageously learn the tendency of
the operations for improving the actual fuel efficiency.

In the explanation hereinabove, the fuel-efficient induc-
tion zone 710 is defined by focusing on two parameters,
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namely, the vehicle speed and output. However, the fuel-
efficient induction zone 710 may be also defined by focusing
on any parameter that can directly or indirectly indicate the
operation contents of the driver, in addition to the vehicle
speed and output, or instead thereof. For example, the
fuel-efficient induction zone 710 may be also defined by
focusing on, for example, the depression amount of the
accelerator, instead of the output. Alternatively, the fuel-
efficient induction zone 710 may be also defined by focusing
on, for example, the revolution speed of the propeller shaft
(or the revolution speed of the motor generator MG2),
instead of the vehicle speed.

(3) Second Embodiment of Fuel-Efficient Induction Zone
and Present State Indicator

The second embodiment of the fuel-efficient induction
zone 710 and the present state indicator 720 will be
explained hereinbelow with reference to FIG. 13(a) to FIG.
13(f). FIG. 13(a) to FIG. 13(f) are plan views illustrating a
display example in the case in which the present state
indicator 720 of the second embodiment is displayed
together with the fuel-efficient induction zone 710 of the
second embodiment.

In the first embodiment described hereinabove, the fuel-
efficient induction zone 710 and the present state indicator
720 are displayed on two-dimensional coordinate axes hav-
ing two axes corresponding to the vehicle speed and output.
Meanwhile, in the second embodiment, the fuel-efficient
induction zone 710 and the present state indicator 720 are
displayed on a one-dimensional coordinate axis having one
axis corresponding to the output.

In the fuel-efficient induction zone 710 and the present
state indicator 720 which are displayed on a one-dimen-
sional coordinate axis, the fuel-efficient induction zone 710
itself is set in the same manner as in the first embodiment.
In other words, in the second embodiment, the fuel-efficient
induction zone 710 is also a zone in the form depicted in
FIG. 13(a) (in other words, the fuel-efficient induction zone
710 depicted in FIGS. 3(a) and 3(b)). The fuel-efficient
induction zone 710 and the present state indicator 720
displayed on a one-dimensional coordinate axis are
explained hereinbelow.

In the second embodiment, as depicted in FIGS. 13(5) to
13(f), the fuel-efficient induction zone 710 corresponding to
the present speed of the hybrid vehicle 10 (that is, the range
of the output included in the fuel-efficient induction zone
710) is displayed in a display format of the so-called bar
having a width on an output bar 740 associated with a range
from the lower limit value of the output (0 kW in the second
embodiment) to the upper limit value of the output. In
particular, in the second embodiment, it is preferred that the
display contents of the fuel-efficient induction zone 710
displayed on the one-dimensional coordinate axis be
switched, as appropriate, according to the speed of the
hybrid vehicle 10. Further, in the second embodiment, the
present state indicator 720 is displayed on the position
corresponding to the present output of the hybrid vehicle 10
(in other words, the position on the output bar 740).

More specifically, a case is assumed in which, for
example, the speed of the hybrid vehicle 10 is within a range
from SO corresponding to 0 km/h to S1 corresponding to the
vehicle speed Where the upper edge of the acceleration
recommended zone 711 and the ENG start threshold
(OFF—ON) P1 intersect. In this case, it is preferred that the
hybrid vehicle 10 run in the EV running mode (in other
words, the speed and output of the hybrid vehicle 10 are
included in the EV running zone 713). Therefore, on the
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output bar 740, the EV running zone 713 corresponding to
the present speed of the hybrid vehicle 10 is displayed, as
depicted in FIG. 13(5).

A case is then assumed in which, for example, the speed
of the hybrid vehicle 10 is within a range from S1 to S2
corresponding to the vehicle speed where the lower edge B
of the acceleration recommended zone 711 and the ENG
start threshold (OFF—ON) P1 intersect. In this case, it is
preferred that the hybrid vehicle 10 run such that the speed
and output of the hybrid vehicle 10 are included in the
acceleration recommended zone 711. Therefore, on the
output bar 740, the acceleration recommended zone 711
corresponding to the present speed of the hybrid vehicle 10
is displayed, as depicted in FIG. 13(c). While the speed of
the hybrid vehicle 10 is within a range from S1 to S2, as
depicted in FIG. 13(a), the lower limit value of the output of
the acceleration recommended zone 711 matches the ENG
start threshold (OFF—ON) P1 at all times. Therefore, the
lower limit value of the acceleration recommended zone 711
depicted in FIG. 13(c) remains fixed to P1 and does not
move. Meanwhile, while the speed of the hybrid vehicle 10
is within a range from S1 to S2, as depicted in FIG. 13(a),
the upper limit value of the acceleration recommended zone
711 increases in response to the increase in the vehicle
speed. Therefore, the upper limit value of the acceleration
recommended zone 711 depicted in FIG. 13(c) moves to the
right in FIG. 13(c¢) according to the increase in the present
speed of the hybrid vehicle 10.

Then, a case is assumed in which, for example, the speed
of the hybrid vehicle 10 is within a range from S2 to S3
corresponding to the vehicle speed at which the upper edge
A of the acceleration recommended zone 711 and an upper
limit P2 of the target output intersect. In this case, it is
preferred that the hybrid vehicle 10 run such that the speed
and output of the hybrid vehicle 10 are included in the
acceleration recommended zone 711. Therefore, on the
output bar 740, the acceleration recommended zone 711
corresponding to the present speed of the hybrid vehicle 10
is displayed, as depicted in FIG. 13(d). While the speed of
the hybrid vehicle 10 is within a range from S2 to S3, as
depicted in FIG. 13(a), the lower limit value and upper limit
value of the output of the acceleration recommended zone
711 increases in response to the increase in the vehicle
speed. Therefore, the lower limit value and upper limit value
of the acceleration recommended zone 711 depicted in FIG.
13(d) moves to the right in FIG. 13(d) according to the
increase in the present speed of the hybrid vehicle 10.

Then, a case is assumed in which, for example, the speed
of the hybrid vehicle 10 is within a range from S3 to a lower
limit S4 of the target vehicle speed. In this case, it is also
preferred that the hybrid vehicle 10 run such that the speed
and output of the hybrid vehicle 10 are included in the
acceleration recommended zone 711. Therefore, on the
output bar 740, the acceleration recommended zone 711
corresponding to the present speed of the hybrid vehicle 10
is displayed, as depicted in FIG. 13(e). While the speed of
the hybrid vehicle 10 is within a range from S3 to S4, as
depicted in FIG. 13(a), the lower limit value of the output of
the acceleration recommended zone 711 increases in
response to the increase in the vehicle speed. Therefore, the
lower limit value of the acceleration recommended zone 711
depicted in FIG. 13(e) moves to the right in FIG. 13(e)
according to the increase in the present speed of the hybrid
vehicle 10. Meanwhile, while the speed of the hybrid vehicle
10 is within a range from S3 to S4, as depicted in FIG. 13(a),
the upper limit value of the output of the acceleration
recommended zone 711 matches the upper limit P2 of the
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target output at all times. Therefore, the upper limit value of
the acceleration recommended zone 711 depicted in FIG.
13(e) remains fixed to P2 and does not move.

Then, a case is assumed in which, for example, the speed
of the hybrid vehicle 10 is within a range from S4 to an
upper limit S5 of the target vehicle speed. In this case, it is
also preferred that the hybrid vehicle 10 run such that the
speed and output of the hybrid vehicle 10 are included in the
steady running shift zone 712. Therefore, on the output bar
740, the steady running shift zone 712 corresponding to the
present speed of the hybrid vehicle 10 is displayed, as
depicted in FIG. 13(f).

In addition, while the speed of the hybrid vehicle 10 is
within a range from S4 to S5, it is preferred that the hybrid
vehicle 10 start running in the EV running mode. Therefore,
on the output bar 740, the EV running zone 713 correspond-
ing to the present speed of the hybrid vehicle 10 is displayed,
as depicted in FIG. 13(f).

Thus, in the second embodiment, the driver can operate
the accelerator, or the like, while referring to the fuel-
efficient induction zone 710, which encourages the improve-
ment in the actual fuel consumption, and the present state
marker 720 indicating the present operation state of the
hybrid vehicle 10, in the same manner as in the first
embodiment. More specifically, the driver can operate the
accelerator, or the like, such that the present state marker 720
is included in the fuel-efficient induction zone 710. There-
fore, various effects obtained in the first embodiment are
also advantageously obtained in the second embodiment.

In the example described hereinabove, the hybrid vehicle
10 uses the hybrid system example, a Toyota hybrid system
(THS)) of the so-called split (power split) type. However, it
goes without saying that the above-described fuel-efficient
induction zone 710 and the present state indicator 720 may
be also displayed on the display 700 in the hybrid vehicle 10
using a series hybrid system or parallel hybrid system.

Further, in the example described hereinabove, for
example, the above-described fuel-efficient induction zone
710 and the present state indicator 720 are displayed on the
display 700 of the hybrid vehicle 10 equipped with motor
generators MG1 and MG2 and also the engine 200. How-
ever, for example, the above-described fuel-efficient induc-
tion zone 710 and the present state indicator 720 may be
displayed on the display 700 of a vehicle equipped with the
engine 200 and not equipped with the motor generators
MG1 and MG2 (a vehicle which runs by using only the drive
power of the engine 200). However, in this case, it is
preferred that the above-described EV running zone 713 be
replaced with the optimal fuel consumption point or optimal
fuel consumption zone (for example, a point or zone in
which the instantaneous fuel consumption is good or opti-
mal) of the engine 200.

Alternatively, for example, the above-described fuel-ef-
ficient induction zone 710 and the present state indicator 720
may be displayed on the display 700 of a vehicle equipped
with at least one motor generator and not equipped with the
engine 200 (the so-called electric automobile which runs by
using only the drive power of the motor generator). How-
ever, in this case, it is preferred that the above-described EV
running zone 713 be replaced with the optimal efficiency
drive point or optimal efficiency drive zone (for example, a
point, or zone in which the electric power consumption
efficiency is good or optimal) of the motor generator.

The invention can be changed, as appropriate, without
departing from the essence and spirit of the invention which
can be understood from the entire description and the
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appended claims, and a display device incorporating such
changes is also included in the technical scope of the
invention

DESCRIPTION OF THE REFERENCE
NUMERALS

10 hybrid vehicle

100 ECU

101 zone setting unit

102 state acquisition unit

103 display control unit

200 engine

300 transaxle

310 power split mechanism

400 inverter

500 battery

510 SOC sensor

700 display

710 fuel-efficient induction zone

711 acceleration recommended zone

712 steady running shift zone

713 EV running zone

720 present state indicator

721 speed line

722 output marker

723a, 7235 excess-deficiency markers

730 history indicator

731 past marker

732 past trajectory line

MG1, MG2 motor generators

The invention claimed is:

1. A display device for a vehicle, the display device
comprising: a display; and an electronic control unit (ECU)
configured to a) a first operation amount so as to increase an
output of the vehicle in a state in which a vehicle speed of
the vehicle is less than a predetermined threshold, the first
operation amount being an operation amount to be per-
formed by an occupant of the vehicle; b) a second operation
amount such that an operation state of the vehicle can be
shifted to a desired operation state, in which optimal instan-
taneous fuel consumption is realized, by decreasing the
output in a state in which the vehicle speed is equal to or
greater than the predetermined threshold, the second opera-
tion amount being an operation amount to be performed by
an occupant of the vehicle; and ¢) display, on the display, at
least one of the first operation amount and the second
operation amount, and a present operation amount which is
an operation amount performed at present by the occupant.

2. The display control device according to claim 1,
wherein the ECU is configured to display the first operation
amount and the second operation amount continuously.

3. The display device according to claim 2, wherein the
ECU is configured to display displays the first operation
amount, the second operation amount, and a past operation
amount together on the display, the past operation amount
being an operation amount that has been performed by the
occupant in the past.

4. The display device according to claim 1, wherein the
ECU is configured to a) a first operation range being, as the
first operation amount, an allowed range of an operation
amount to be performed by the occupant so as to increase the
output in a state in which the vehicle speed is less than the
predetermined threshold; b) a second operation range being,
as the second operation amount, to be performed by the
occupant so as to shift the operation state of the vehicle to
the desired operation state by decreasing the output in a state
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in which the vehicle speed is equal to or greater than the
predetermined threshold; and ¢) display continuously the
first operation range and the second operation range.

5. The display device according to claim 4, wherein the
ECU is configured to display the first operation range, the
second operation range and a past operation amount being
an operation amount that has been performed by the occu-
pant in the past.

6. The display device according to claim 1, wherein the
ECU is configured to a) display the first operation amount
and the present operation amount, but not display the second
operation amount, when the vehicle speed is less than the
predetermined threshold, and b) display the second opera-
tion amount and the present operation amount, but not
display the first operation amount, when the vehicle speed is
equal to or greater than the predetermined threshold.

7. The display device according to claim 1, wherein the
ECU is configured to a) a first operation range, the first
operation range being, as the first amount, an allowed range
of an operation amount to be performed by the occupant so
as to increase the output in a state in which the vehicle speed
is less than the predetermined threshold; b) a second opera-
tion range, the second operation range being, as the second
operation amount, an allowed range of an operation amount
to be performed by the occupant so as to shift the operation
state of the vehicle to the desired operation state by decreas-
ing the output in the state in which the vehicle speed is equal
to or greater than the predetermined threshold; ¢) display the
first operation range and the present operation amount, but
not display the second operation range, when the vehicle
speed is less than the predetermined threshold; and d)
display the second operation range and the present operation
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amount, but not display the first operation range, when the
vehicle speed is equal to or greater than the predetermined
threshold.

8. The display device according to claim 1, wherein the
ECU is configured to set, as the first operation amount, an
operation amount that can induce further acceleration of the
vehicle, as compared with an operation amount when the
output is increased while maintaining a state in which an
instantaneous fuel consumption is optimal.

9. The display device according to claim 1, wherein the
ECU is configured to set, as the first operation amount, an
operation amount to be performed by the occupant so as to
increase the output according to an increase in the vehicle
speed.

10. The display device according to claim 1, wherein the
ECU is configured to set, as the second operation amount, an
operation amount to be performed by the occupant so as to
decrease the output while maintaining the vehicle speed.

11. The display device according to claim 1, wherein the
vehicle is a hybrid vehicle, the hybrid vehicle being
equipped with an electrical storage device, a rotating elec-
trical machine, and an internal combustion engine, the
rotational electrical machine being configured to be driven
by using power stored in the electrical storage device, and
the internal combustion engine being configured to be driven
by combustion of fuel; and the desired operation state is an
operation state in which the hybrid vehicle can run in an EV
running mode, the EV running mode being a mode in which
running is performed by using drive power of the rotating
electrical machine, without using drive power of the internal
combustion engine.



